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Description

BACKGROUND OF THE INVENTION

Field of the Invention

[0001] The present invention relates to a hybrid vehicle
control system comprising an engine, an electric motor
and a clutch configured to switch between a transmission
of torque between the engine and the electric motor, and
a non-transmission of the torque.

Description of Related Art

[0002] Heretofore, in a hybrid vehicle which includes
an engine and an electric motor as a power source and
which is driven by at least one of a driving force of the
engine and a driving force of the electric motor, there has
been provided a technique in which the engine is cranked
by the electric motor to start the engine.
[0003] For example, Patent Document 1 (Japanese
Laid-Open Patent Publication 2012-86662 A) discloses
a technique for setting an engine starting torque based
on variations for each rotation stop position of the engine
immediately before an engine start when the engine is
started during a traveling using only the torque of the
electric motor. This technique is intended to set an opti-
mum engine starting torque without excess or deficiency
in order to complete the engine start within a predeter-
mined time from an engine start request.
[0004] US 2018/208173 A1 describes that a vehicle
includes an engine, a transmission, a clutch, and a con-
troller. The controller is programmed to, in response to
an actual engine start time being greater than an upper
threshold time for an engine start event, alter an engine
start torque apply schedule for the clutch such that the
actual engine start time is less than the upper threshold
time for a next engine start event.
[0005] EP 2 525 078 A2 describes that for a large re-
quired acceleration, cranking torque is maintained to hold
an initial value (maximum value), while, when the re-
quired acceleration is small, cranking torque will be ad-
justed to decrease.

BRIEF SUMMURY OF THE INVENTION

Technical Problem

[0006] In the meanwhile, the hybrid vehicle, which in-
cludes the clutch for switching between the transmission
of the torque between the engine and the electric motor
and the non-transmission of the torque, comprises a
traveling mode (hereinafter referred to as "first traveling
mode") in which the clutch is set to a disengaged state
and the hybrid vehicle travels by using the torque of the
electric motor without using the torque of the engine, and
a traveling mode (hereinafter referred to as "second
traveling mode") in which the clutch is set to an engaged

state and the hybrid vehicle travels by using at least the
torque of the engine. The hybrid vehicle starts the engine
by applying an engagement pressure (hereinafter re-
ferred to as "clutch engagement pressure") to the clutch
so as to change the clutch from the disengaged state to
the engaged state, and by cranking the engine by the
electric motor, when the traveling mode of the hybrid ve-
hicle is switched from the first traveling mode to the sec-
ond traveling mode.
[0007] When the engine is started in order to switch
the traveling mode from the first traveling mode to the
second traveling mode as described above, it is desirable
to apply an appropriate engagement pressure to the
clutch. This is because it takes a long time to start the
engine (the engine may not start in some cases) if the
clutch engagement pressure is too low, while a fuel effi-
ciency deteriorates due to a wasteful consumption of en-
ergy if the clutch engagement pressure is too high. That
is, there is an optimum clutch engagement pressure for
properly starting the engine.
[0008] It is thought that the optimum clutch engage-
ment pressure varies depending on a crank position dur-
ing the engine stop before the engine start, accuracy of
the sensors used for the engine start, assembly accuracy
of engine parts, a secular change and parts variation.
Therefore, it is difficult to accurately obtain the optimum
clutch engagement pressure. Accordingly, the conven-
tional techniques prioritize the engine start by applying
the clutch engagement pressure that is considered to be
sufficient to start the engine (in other words, the clutch
engagement pressure that is higher than the optimum
engagement pressure), without obtaining the optimum
clutch engagement pressure. As a result, the above de-
terioration of the fuel efficiency occurs due to the appli-
cation of unnecessarily high clutch engagement pres-
sure.
[0009] The present invention has been made to solve
the above conventional problem, and an object thereof
is to provide a hybrid vehicle control system capable of
applying an appropriate engagement pressure to a clutch
provided between an engine and an electric motor, when
the engine is started in order to switch from a traveling
mode using the electric motor to a traveling mode using
the engine.

Solution to Problem

[0010] The above object is achieved by the invention
as defined in claim 1.
[0011] In the present invention, when the engine is
started in order to switch the traveling mode of the hybrid
vehicle from the first traveling mode to the second
traveling mode, the hybrid vehicle control system obtains
the predicted start time and the actual start time by the
engine start controlling means, and corrects the clutch
engagement pressure so as to decrease the clutch en-
gagement pressure applied to the clutch at the time of
staring the engine next time, when the actual start time
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is shorter than the predicted start time. In other words,
the hybrid vehicle control system calculates the predicted
start time in consideration of various states, and corrects
the clutch engagement pressure applied to the clutch by
learning, in accordance with a time difference between
the predicted start time and the actual start time, specif-
ically, corrects the clutch engagement pressure to de-
crease the said pressure when the actual start time is
shorter than the predicted start time. Therefore, it is pos-
sible to optimize the clutch engagement pressure used
for starting the engine at the time of switching from the
first travel mode to the second travel mode, thereby sup-
pressing deterioration of fuel efficiency due to an appli-
cation of the clutch engagement pressure more than nec-
essary.
[0012] A start time of the engine greatly changes de-
pending on a crank position (crank stop position) during
the engine stop before the switch from the first travel
mode to the second travel mode. This is because a torque
(loss torque) required to start the engine changes de-
pending on the crank stop position. Therefore, in the
present invention, the predicted start time calculating
means calculates the predicted start time in considera-
tion of the above change of the start time depending on
the crank stop position.
Therefore, it is possible to appropriately calculate the pre-
dicted start time in which an influence of the crank stop
position is taken into consideration. Hence, the predicted
start time can be obtained with high accuracy.
[0013] Preferably, in the hybrid vehicle control system
of the present invention, when a request for accelerating
the hybrid vehicle is issued by a driver, the engine start
controlling means is configured to make the engagement
pressure applied to the clutch larger than when the re-
quest for accelerating the hybrid vehicle is not issued by
the driver, in order to shorten a start time of the engine,
under the condition that the traveling mode determining
means determines to switch the traveling mode of the
hybrid vehicle from the first traveling mode to the second
traveling mode.
[0014] According to the above present invention, when
the request for accelerating is issued by the driver, a quick
start of the engine can be appropriately prioritized. In
other words, by starting the engine quickly, an acceler-
ation request from the driver can be appropriately real-
ized.
[0015] Preferably, in the hybrid vehicle control system
of the present invention, the engagement pressure cor-
recting means is configured to correct the engagement
pressure so as to make a decreased amount of the en-
gagement pressure larger, as an absolute value of a dif-
ference between the actual start time and the predicted
start time becomes larger.
[0016] According to the above present invention, the
clutch engagement pressure can be effectively opti-
mized.
[0017] Preferably, in the hybrid vehicle control system
of the present invention, when an engine rotation speed

reaches a given value, the predicted start time calculating
means and the actual start time obtaining means are con-
figured to determine that the engine start ends, and to
calculate the predicted start time and obtain the actual
start time, respectively.
[0018] Therefore, the predicted start time calculating
means and the actual start time obtaining means respec-
tively obtains the predicted start time and the actual start
time by using a timing when the engine rotation speed
reaches the given value, as a timing when the engine
start ends. Therefore, the accuracy of the predicted start
time and the actual start time can be appropriately en-
sured.
[0019] The above hybrid vehicle control system of the
present invention can apply an appropriate engagement
pressure to a clutch provided between an engine and an
electric motor, when the engine is started in order to
switch from a traveling mode using the electric motor to
a traveling mode using the engine.

BRIEF DESCRIPTION OF THE SEVERAL VIEWS OF 
THE DRAWINGS

[0020]

FIG. 1 is a schematic diagram depicting a configu-
ration of a hybrid vehicle employing a hybrid vehicle
control system in an embodiment of the present in-
vention.
FIG. 2 is a block diagram depicting an electrical con-
figuration of the hybrid vehicle control system in the
present embodiment.
FIG. 3 is an explanatory diagram of an outline of a
correction of a clutch engagement pressure in the
present embodiment.
FIG. 4 shows an example of the clutch engagement
pressure applied to a first clutch during an engine
start control, in the present embodiment.
FIG. 5 is an explanatory diagram of a relationship
between a crank stop position before the engine start
control and a loss torque during the engine start con-
trol.
FIG. 6 is an explanatory diagram of a difference in
a start time of the engine due to a difference in the
crank stop positions before the engine start control.
FIG. 7 is an explanatory diagram of a predicted start
time by the engine start control in the present em-
bodiment.
FIG. 8 is an explanatory diagram of an actual start
time by the engine start control in the present em-
bodiment.
FIG. 9 is an explanatory diagram of a time difference
between the predicted start time and the actual start
time by the engine start control, in the present em-
bodiment.
FIG. 10 is an explanatory diagram of a clutch en-
gagement pressure correction value according to the
time difference between the predicted start time and
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the actual start time, in the present embodiment.
FIG. 11 is a flowchart showing an engine start control
process in the present embodiment.

DETAILED DESCRIPTION OF THE INVENTION

[0021] With reference to the accompanying drawings,
a hybrid vehicle control system in one embodiment of the
present invention will now be described.

< Configuration of System >

[0022] FIG. 1 is a schematic diagram depicting a con-
figuration of a hybrid vehicle employing a hybrid vehicle
control system in an embodiment of the present inven-
tion.
[0023] As shown in FIG. 1, the hybrid vehicle 1 com-
prises: an engine 2 (for example, a gasoline engine)
which generates a torque for driving the hybrid vehicle
1; an electric motor 4 which is provided downstream side
of the engine 2 on a driving force transmitting path of the
hybrid vehicle 1, and which generates a torque for driving
the hybrid vehicle 1; a battery 5 which exchanges an
electric power with the electric motor 4 via an inverter
(not shown): a transmission 6 which is provided on the
downstream side of the electric motor 4 on the driving
force transmitting path of the hybrid vehicle 1, and which
changes rotation speed of the engine 2 and/or the electric
motor 4; a driving force transmitting system 8 which trans-
mits the torque from the transmission 6 to the down-
stream side; a drive shaft 10 which drives drive wheels
12 by the torque from the driving force transmitting sys-
tem 8; and the drive wheels 12.
[0024] An output shaft of the engine 2 and a rotation
shaft of the electric motor 4 are coaxially connected by
a shaft AX1 via a first clutch CL1. By the first clutch CL1,
it is possible to switch between a transmission of the
torque between the engine 2 and the electric motor 4,
and a non-transmission of the said torque. For example,
the first clutch CL1 is configured by a dry multi-plate
clutch capable of changing a transmission torque capac-
ity by continuously or stepwisely controlling a clutch op-
erating oil flow rate and a clutch operating oil pressure
by using a motor (not shown).
[0025] The rotation shaft of the electric motor 4 and a
rotation shaft of the transmission 6 are coaxially connect-
ed by a shaft AX2. Typically, the transmission 6 has one
or more planetary gears provided therein, and corre-
sponds to an automatic transmission which has a func-
tion of automatically switching gear stages (gear ratios)
in accordance with a vehicle speed and an engine rota-
tion speed. Further, the transmission 6 is provided with
a second clutch CL2, and the second clutch CL2 can
switch between a transmission of a torque between the
upstream side of the transmission 6 (the engine 2 and
the electric motor 4) and the downstream side of the
transmission 6 (the drive wheels 12), and a non-trans-
mission of the said torque. For example, the second

clutch CL2 is also configured by the dry multi-plate clutch
capable of changing the transmission torque capacity by
continuously or stepwisely controlling the clutch operat-
ing oil flow rate and the clutch operating oil pressure by
using the motor (not shown). Actually, the second clutch
CL2 is configured by a number of clutches used to switch
various gear stages in the transmission 6.
[0026] The torque is input to the driving force transmit-
ting system 8 via an output shaft AX3 of the transmission
6. The driving force transmitting system 8 includes a dif-
ferential gear which distributes the driving force to a pair
of driving wheels 12, and a final gear.
[0027] The above hybrid vehicle 1 can switch a
traveling mode by switching between an engagement
and a disengagement of the first clutch CL1. The hybrid
vehicle 1 comprises a first traveling mode in which the
first clutch CL1 is set to a disengaged state and the hybrid
vehicle 1 travels by using the torque of the electric motor
4 without using the torque of the engine 2, and a second
traveling mode in which the first clutch CL1 is set to an
engaged state and the hybrid vehicle 1 travels by using
at least the torque of the engine 2. The first traveling
mode is a so-called EV traveling mode. The second
traveling mode is an engine traveling mode using only
the torque of the engine 2, or a hybrid traveling mode
using both the torque of the engine 2 and the torque of
the electric motor 4. The second clutch CL2 is basically
set to the engaged state in both the first traveling mode
and the second traveling mode, but is set to the disen-
gaged state (specifically, a ship state) at the time of
switching between the first traveling mode and the sec-
ond traveling mode.
[0028] Next, FIG. 2 is a block diagram depicting an
electrical configuration of the hybrid vehicle control sys-
tem in this embodiment.
[0029] As shown in FIG. 2, a controller 20 receives
various input signals as follows: a signal from an engine
rotation speed sensor SN1 for detecting an engine rota-
tion speed of the engine 2; a signal from a motor rotation
speed sensor SN2 for detecting a motor rotation speed
of the electric motor 4; a signal from an accelerator po-
sition sensor SN3 for detecting a relative position of an
accelerator pedal which corresponds to a degree of de-
pression of the accelerator pedal; a signal for a vehicle
speed sensor SN4 for detecting a vehicle speed of the
hybrid vehicle 1; and a signal from a SOC sensor SN5
for detecting a state of charge (SOC) of the battery 5.
Specifically, the engine rotation speed sensor SN1 is
configured by a crank angle sensor for detecting a crank
position (crank angle) of a crankshaft in the engine 2.
[0030] The controller 20 is a controller comprised of a
circuitry and based on a well-known microcomputer, and
comprises: a microprocessor serving as a central
processing unit (CPU) for executing a program; a mem-
ory composed of, e.g., a random access memory (RAM)
and a read only memory (ROM) and capable of storing
therein a program and data; and an input-output bus for
inputting and outputting electric signals. The controller
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20 corresponds to the "hybrid vehicle control system" in
the present invention.
[0031] In particular, the controller 20 provides control
signals to the engine 2, the electric motor 4, the first clutch
CL1 and the second clutch CL2 to control them, based
on the detected signal by the above sensors SN1 to SN5.
For example, the controller 20 performs a control for ad-
justing an ignition timing, a fuel injection timing and a fuel
injection amount, and a control for adjusting a rotation
speed and a torque of the electric motor 4, and a control
for switching between the engagement and disengage-
ment of the first and second clutches CL1, CL2 (including
a control for adjusting the engagement pressure (clutch
engagement pressure) applied to the first and second
clutches CL1. CL2). Actually, the controller 20 controls
an ignition plug, a fuel injector and a throttle valve in the
engine 2, and controls the electric motor 4 via the inverter,
and control the first and second clutches CL1, CL2 via a
hydraulic control circuit.
[0032] Further, in the present embodiment, the con-
troller 20 comprises a traveling mode determining part
20a, an engine start controlling part 20b, a predicted start
time calculating part 20c, an actual start time obtaining
part 20d and an engagement pressure correcting part
20e, as functional components. The traveling mode de-
termining part 20a determines whether or not to switch
the traveling mode of the hybrid vehicle 1 from the first
traveling mode to the second traveling mode, based on
the detected signals by the above sensors SN1 to SN5.
The engine start controlling part 20b perform a control
for an engine start by applying the engagement pressure
to the first clutch CL I so as to change the first clutch CL1
from the disengaged state to the engaged state, and by
cranking the engine 2 by the electric motor 4, when the
traveling mode determining part 20a determines to switch
the traveling mode of the hybrid vehicle 1 from the first
traveling mode to the second traveling mode. Hereinaf-
ter, the above control for the engine start is referred to
as "engine start control".
[0033] The predicted start time calculating part 20c
predicts, based on the crank position during the engine
stop before the engine start control, the time from the
start of the engine start control until the engine 2 is started
by the engine start control (i.e., the predicted start time
calculating part 20c calculates the predicted start time).
The actual start time obtaining part 20d obtains, based
on the detected signal by the engine rotation speed sen-
sor SN1, the time from the start of the engine start control
until the engine 2 is actually started by the engine start
control (i.e., the actual start time obtaining part 20d ob-
tains the actual start time). The engagement pressure
correcting part 20e corrects the engagement pressure
(clutch engagement pressure) which is applied to the
clutch at the time of performing the engine start control
by the engine start controlling part 20b next time, based
on the time difference between the actual start time and
the predicted start time. In other words, the engagement
pressure correcting part 20e learns the clutch engage-

ment pressure of the first clutch CL1 based on the time
difference. Typically, the engagement pressure correct-
ing part 20e corrects the clutch engagement pressure so
as to decrease the clutch engagement pressure at the
time of starting the engine 2 next time, when the actual
start time is shorter than the predicted start time.

< Control of Clutch Engagement Pressure >

[0034] Next, the control content performed by the con-
troller 20 in the present embodiment will be described.
In the present embodiment, when the engine 2 starts in
order to switch the traveling mode of the hybrid vehicle
1 from the first traveling mode to the second traveling
mode, the controller 20 performs the control for applying
a predetermined engagement pressure (clutch engage-
ment pressure) to the first clutch CL1 so as to change
the first clutch CL1 from the disengaged state to the en-
gaged state. Specifically, in the present embodiment, the
controller 20 corrects the clutch engagement pressure
by the learning, so as to apply an optimum clutch en-
gagement pressure to the first clutch CL1.
[0035] First, an outline of the correction of the clutch
engagement pressure in the present embodiment will be
described with reference to FIG. 3. In FIG. 3, a horizontal
axis shows time, and a vertical axis shows an engine
rotation speed. Specifically, FIG. 3 shows an example of
time change of the engine rotation speed when the en-
gine start control is performed in order to switch the
traveling mode of the hybrid vehicle 1 from the first
traveling mode to the second traveling mode.
[0036] In the present embodiment, as shown in FIG.
3, the controller 20 obtains the predicted start time and
the actual start time by the engine start control, and then
corrects the clutch engagement pressure of the first
clutch CL1 at the time of starting the engine 2, based on
the time difference between the actual start time and the
predicted start time. Specifically, the controller 20 cor-
rects (learns) the clutch engagement pressure by a feed-
back control based on the magnitude of the time differ-
ence between the actual start time and the predicted start
time. The reason for correcting the clutch engagement
pressure in this way is as follows.
[0037] When the engine 2 is started in order to switch
the traveling mode from the first traveling mode to the
second traveling mode, it is desirable to apply an appro-
priate engagement pressure to the first clutch CL1. This
is because it takes a long time to start the engine 2 (the
engine 2 may not start in some cases) if the clutch en-
gagement pressure is too low, while a fuel efficiency de-
teriorates due to a wasteful consumption of energy if the
clutch engagement pressure is too high. That is, there is
an optimum clutch engagement pressure for properly
starting the engine 2. It is thought that the optimum clutch
engagement pressure varies depending on the crank po-
sition (crank stop position) during the engine stop before
the engine start, accuracy of the sensors used for the
engine start, assembly accuracy of engine parts, a sec-
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ular change and parts variation. Therefore, it is difficult
to accurately obtain the optimum clutch engagement
pressure. Accordingly, the conventional techniques pri-
oritize the engine start by applying the clutch engage-
ment pressure that is considered to be sufficient to start
the engine 2 (in other words, the clutch engagement pres-
sure that is higher than the optimum engagement pres-
sure), without obtaining the optimum clutch engagement
pressure. As a result, the above deterioration of the fuel
efficiency occurs due to the application of unnecessarily
high clutch engagement pressure.
[0038] Accordingly, in the present embodiment, in or-
der to suppress the deterioration of the fuel efficiency,
the controller 20 corrects the clutch engagement pres-
sure by the learning, so as to optimize the clutch engage-
ment pressure applied to the first clutch CL1. Specifically,
the controller 20 corrects the clutch engagement pres-
sure which is applied when the engine 2 starts next time,
based on the time difference between the predicted start
time and the actual start time by the engine start control.
As shown in FIG. 3, the controller 20 uses the timing at
which the engine rotation speed reaches a predeter-
mined rotation speed N1, as the timing at which the start
of the engine 2 ends, in order to obtain the predicted start
time and the actual start time. In consideration of the
characteristic that the detection accuracy of the engine
rotation speed sensor SN1 is difficult to be ensured in
the low speed range, the rotation speed at which the de-
tection accuracy of the engine rotation speed sensor SN1
can be ensured is applied to the predetermined rotation
speed N1. For example, about 400 to 600 rpm is applied
to the predetermined rotation speed N1.
[0039] Next, with reference to FIGS. 4 to 10, the control
of the clutch engagement pressure in the present em-
bodiment will be described in detail.
[0040] First, FIG. 4 shows an example of the clutch
engagement pressure applied to the first clutch CL1 dur-
ing the engine start control, in the present embodiment.
In FIG. 4, a horizontal axis shows time, and a vertical
axis shows a clutch engagement pressure. The clutch
engagement pressure corresponds to a torque (clutch
transmission torque) transmitted from the electric motor
4 to the engine 2 via the first clutch CL1 when the engine
2 is started. As shown in FIG. 4, in the present embodi-
ment, the controller 20 rapidly increases the clutch en-
gagement pressure at the start of the engine start control,
and then gradually increases the clutch engagement
pressure. The control of the clutch engagement pressure
is performed in order to ensure a quick start of the engine
2 by quickly applying the clutch engagement pressure to
the first clutch CL1 first, and in order to ensure the de-
tection accuracy of the engine rotation speed sensor SN1
when the clutch engagement pressure is being gradually
increased, i.e., in order to obtain the accurate engine
rotation speed based on the signal from the engine rota-
tion speed sensor SN1 (the engine rotation speed is used
for obtaining the actual start time by the engine start con-
trol).

[0041] Next, FIG. 5 shows a relationship between a
crank stop position before the engine start control and a
loss torque in the engine 2 during the engine start control.
In FIG. 5, a horizontal axis shows the crank stop position
[deg] and a vertical axis shows the loss torque. The loss
torque corresponds to a torque required to start the en-
gine 2, i.e., a torque required to rotate the crankshaft of
the engine 2. Further, each line in FIG. 5 indicates how
the loss torque changes according to an advance of the
crank position for each of a plurality of specific crank stop
positions (-180 deg, -150 deg, -120 deg, -90 deg). In other
words, each line in FIG. 5 indicates a locus of the loss
torque during the rotation of the crankshaft. For example,
the solid line graph shows the change of the loss torque
when the crank stop position is -180 deg. In a typical
example, the loss torque as shown in FIG. 5 is defined
for each cylinder of the engine 2 (multi-cylinder engine)
having a plurality of cylinders. In this case, the sum of
the loss torques of all cylinders is the torque required to
start the engine 2.
[0042] As shown in FIG. 5, it can be seen that the torque
(loss torque) required to start the engine 2 changes in
accordance with the crank stop position before the en-
gine start control. Therefore, the optimum value of the
torque (clutch transmission torque) transmitted from the
electric motor 4 to the engine 2 via the first clutch CL1 at
the time of starting engine 2, that is, the optimum clutch
engagement pressure to be applied to the first clutch CL1
at the time of starting engine 2 changes depending on
the crank stop position before the engine start control.
[0043] Therefore, in the present embodiment, the con-
troller 20 sets the clutch engagement pressure in accord-
ance with the crank stop position before the engine start
control in order to efficiently start the engine 2 while en-
suring the fuel efficiency at the time of starting the engine
2. Basically, the controller 20 makes the clutch engage-
ment pressure applied to the first clutch CL1 large, at the
crank stop position where the loss torque is high. When
the loss torque is defined for each cylinder as described
above, the controller 20 sums up the loss torques of all
cylinders, and makes the clutch engagement pressure
applied to the first clutch CL1 large, at the crank stop
position where the total value is large. In a typical exam-
ple, the optimum clutch engagement pressure (the clutch
engagement pressure that can efficiently start the engine
2 while ensuring the fuel efficiency at the time of starting
the engine 2) according to the crank stop position is pre-
liminarily obtained by experiments or simulations, so as
to create a map in which the optimum clutch engagement
pressure is associated with the crank stop position, and
the controller 20 reads the clutch engagement pressure
according to the crank stop position before the engine
start control by using the map, so as to perform the control
for applying the read clutch engagement pressure to the
first clutch CL1.
[0044] Next, FIG. 6 is an explanatory diagram of a dif-
ference in start time of the engine 2 due to a difference
in the crank stop positions before the engine start control.
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In FIG. 6, a horizontal axis shows time, and a vertical
axis shows an engine rotation speed. Specifically, graphs
G1 to G5 in FIG. 6 show time changes of the engine
rotation speed when the engine start control is performed
for different crank stop positions. For example, the
graphs G1, G2, G3, G4 and G5 show the time changes
of the engine rotation speed due to the engine start con-
trol when the crank stop position is 160 deg, 170 deg,
180 deg, 190 deg, and 200 deg, respectively.
[0045] As shown in FIG. 6, it can be seen that the time
(start time) when the engine 2 is started by the engine
start control, that is, the time at which the engine rotation
speed reaches the predetermined rotation speed N1
changes depending on the difference in the crank stop
position. Specifically, the engine 2 is started at time t1 at
the crank stop position of the graphs G1 and G2, and the
engine 2 is started at time t2 at the crank stop position
of the graph G3, and the engine 2 is started at time t3 at
the crank stop position of the graph G4, and the engine
2 is started at time t4 at the crank stop position of the
graph G5 (tl <t2<t3<t4). Thus, the start time of the engine
2 changes depending on the crank stop position. This is
because, as shown in FIG. 5, the loss torque (torque
required to start the engine 2) changes depending on the
crank stop position. The start time of the engine 2 be-
comes long, at the crank stop position where the loss
torque is high. In the present embodiment, the controller
20 obtains the predicted start time and the actual start
time as for the start time by the engine start control that
changes depending on the crank stop position, and cor-
rects the clutch engagement pressure according to the
crank stop position based on the time difference between
the predicted start time and the actual start time.
[0046] Next, FIG. 7 is an explanatory diagram of the
predicted start time by the engine start control in the
present embodiment. In FIG. 7, a horizontal axis shows
time, and a vertical axis shows an engine rotation speed.
Specifically, FIG. 7 shows an example of time change
when it is predicted that the engine 2 starts after time T1
has elapsed from the start of engine start control (i.e.,
the engine rotation speed reaches the predetermined ro-
tation speed N1), that is, when the time T1 is calculated
as the predicted start time. As described above, the start
time of the engine 2 changes in accordance with the crank
stop position (FIG. 6), and this is because the loss torque
(torque required to start the engine 2) changes in accord-
ance with the crank stop position (FIG. 5).
[0047] Therefore, in the present embodiment, the con-
troller 20 calculates the predicted start time based on the
crank stop position before the engine start control. Basi-
cally, the controller 20 calculates a long predicted start
time at the crank stop position where the loss torque is
high. When the loss torque is defined for each cylinder
as described above, the controller 20 sums up the loss
torques of all cylinders, and calculates a long predicted
start time at the crank stop position where the total value
is large. In a typical example, the predicted start time
according to the crank stop position is preliminarily ob-

tained by experiments or simulations (i.e., the predicted
start time for which the optimum clutch engagement pres-
sure according to the crank stop position is used is pre-
liminarily obtained), so as to create a map in which the
predicted start time is associated with the crank stop po-
sition, and the controller 20 reads the predicted start time
according to the crank stop position before the engine
start control by using the map.
[0048] The time change of the engine rotation speed
shown in FIG. 7 corresponds to the predicted time change
of the engine rotation speed. When the above predicted
start time is calculated, it is not necessary to predict the
time change of the engine speed as shown in FIG. 7, and
the predicted start time may be calculated directly from
the crank stop position.
[0049] Next, FIG. 8 is an explanatory diagram of the
actual start time by the engine start control in the present
embodiment. In FIG. 8, a horizontal axis shows time, and
a vertical axis shows an engine rotation speed. Specifi-
cally, FIG. 8 shows such a situation that the engine 2 is
actually started after time T2 has elapsed from the start
of the engine start control, that is, T2 is obtained as the
actual start time. In the present embodiment, the control-
ler 20 obtains the time from the start of performing the
engine start control to the time when the engine rotation
speed detected by the engine rotation speed sensor SN1
reaches the predetermined speed N1, as the actual start
time T2.
[0050] Next, FIG. 9 is an explanatory diagram of a time
difference between the predicted start time and the actual
start time by the engine start control, in the present em-
bodiment. In FIG. 9, a horizontal axis shows time, and a
vertical axis shows an engine rotation speed. Specifical-
ly, FIG. 9 is a diagram in which the predicted start time
T1 shown in FIG. 7 and the actual start time T2 shown
in FIG. 8 are overlapped. As shown in FIG. 9, the con-
troller 20 obtains the time difference T3 between the pre-
dicted start time T1 and the actual start time T2, and
corrects the clutch engagement pressure applied to the
first clutch CL1 at the time of starting the engine 2 next
time, based on the said time difference T3.
[0051] In the present embodiment, since the start time
of the engine 2 changes depending on the crank stop
position, the predicted start time T1 is calculated by ap-
propriately taking the crank stop position into consider-
ation. However, even though the predicted start time T1
is calculated in this way, the time difference T3 between
the predicted start time T1 and the actual start time T2
may occur. It is considered that this is due to the accuracy
of the sensors used for the engine start, the assembly
accuracy of the engine parts, the secular change and the
parts variation. Therefore, in the present embodiment, in
order to properly consider such various factors, the time
difference T3 between the predicted start time T1 and
the actual start time T2 corresponding to the crank stop
position is obtained at any time, and the clutch engage-
ment pressure applied to the first clutch CL1 is appropri-
ately corrected according to the time difference T3.
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[0052] Next, FIG. 10 shows a correction value of the
clutch engagement pressure (clutch engagement pres-
sure correction value) according to the time difference
between the predicted start time and the actual start time
(predicted start time - actual start time), in the present
embodiment. In FIG. 10, a horizontal axis shows the time
difference between the predicted start time and the actual
start time, and a vertical axis shows the clutch engage-
ment pressure correction value. FIG. 10 corresponds to
a map of the clutch engagement pressure correction val-
ue defined in accordance with the time difference be-
tween the predicted start time and the actual start time.
The clutch engagement pressure correction value is a
value for obtaining the clutch engagement pressure
which is applied when the engine 2 is started next time.
[0053] The map shown in FIG. 10 defines a negative
clutch engagement pressure correction value (< 0) in a
region where the predicted start time is longer than the
actual start time (time difference > 0). Therefore, when
the predicted start time is longer than the actual start
time, the clutch engagement pressure at the time of start-
ing the engine 2 next time is decreased. On the other
hand, the map defines a positive clutch engagement
pressure correction value (> 0) in a region where the
predicted start time is shorter than the actual start time
(time difference < 0). Therefore, when the predicted start
time is shorter than the actual start time, the clutch en-
gagement pressure at the time of starting the engine 2
next time is increased. Further, in both the region where
the predicted start time is longer than the actual start time
and the region where the predicted start time is shorter
than the actual start time, the map is defined such that
an absolute value of the clutch engagement pressure
correction value increases as an absolute value of the
time difference between the predicted start time and the
actual start time increases. Accordingly, as a deviation
of the predicted start time with respect to the actual start
time becomes larger, the clutch engagement pressure
at the time of starting the engine 2 next time is greatly
corrected by the clutch engagement pressure correction
value.

< Engine Start Control Process >

[0054] Next, with reference to FIG. 11, a specific proc-
ess performed in the engine start control (including the
above-mentioned clutch engagement pressure control)
in the present embodiment will be described. FIG. 11 is
a flowchart showing an engine start control process in
the present embodiment. The engine start control proc-
ess is repeatedly executed by the controller 20 at a pre-
determined cycle.
[0055] First, when the engine start control process
shown in FIG. 11 is started, in step S11, the controller
20 obtains the various information of the hybrid vehicle
1, including the information corresponding to the detec-
tion signals by the above sensors SN1 to SN5. Then, the
controller 20 goes to step S12.

[0056] In step S12, the controller 20 determines wheth-
er or not the current traveling mode is the first traveling
mode (EV traveling mode). For example, the controller
20 makes the determination based on the control signals
output to the electric motor 4, the first clutch CL1 and the
second clutch CL2. In this example, the controller 20 de-
termines that the current traveling mode is the first
traveling mode when the first clutch CL1 is released, the
second clutch CL2 is engaged, and the torque is output
from the electric motor 4. When the controller 20 deter-
mines that the current traveling mode is the first traveling
mode (step S12: Yes), the controller 20 goes to step S13.
On the other hand, when the controller 20 determines
that the current traveling mode is not the first traveling
mode (step S12: No), typically when the current traveling
mode is the second traveling mode, the controller 20 ends
the engine start control process. In this case, since the
engine 2 has been already operated, it is not necessary
to start the engine 2 by performing the engine start con-
trol.
[0057] In step S13, the controller 20 determines wheth-
er or not a request for switching from the first traveling
mode to the second traveling mode is issued, in other
words, whether or not a request for starting the engine 2
is issued. As one example, the controller 20 determines
that the request for switching to the second traveling
mode is issued, when the SOC of the battery 5 detected
by the SOC sensor SN5 is less than a predetermined
value (for example, a lower limit value of the SOC at
which the battery 5 should be charged, or the SOC at
which the electric power of the battery 5 is prohibited from
being taken out, which are defined from the viewpoint of
protection of the battery 5). As another example, the con-
troller 20 determines that the request for switching to the
second traveling mode is issued, when an air conditioner
switch of the hybrid vehicle 1 is turned on by the driver.
As still another example, the controller 20 determines
that the request for switching to the second traveling
mode is issued, when a relatively strong request for ac-
celerating is issued by the driver (for example, when the
accelerator pedal is greatly depressed by the driver).
When the controller 20 determines that the request for
switching from the first traveling mode to the second
traveling mode is issued (step S13: Yes), the controller
20 goes to step S14. In contrast, when the controller 20
determines that the request for switching from the first
traveling mode to the second traveling mode is not issued
(step S13: No), the controller 20 ends the engine start
control process. In this case, since the first traveling mode
is maintained, it is not necessary to start the engine 2 by
performing the engine start control.
[0058] In step S14, the controller 20 determines wheth-
er or not a request for accelerating is not issued by the
driver. Specifically, the controller 20 determines the re-
quest for accelerating by determining whether or not the
amount of change in the relative position of the acceler-
ator pedal detected by the accelerator position sensor
SN3 is equal to or greater than a predetermined amount.
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As a result, when the controller 20 determines that the
request for accelerating is not issued (step S14: Yes),
the controller 20 goes to step S15.
[0059] In step S15, the controller 20 obtains the crank
position (crank stop position) during the engine stop be-
fore the engine start control based on the signal from the
engine rotation speed sensor SN1 as the crank angle
sensor.
[0060] Next, in step S16, the controller 20 sets the
clutch engagement pressure applied to the first clutch
CL1 based on the crank stop position obtained in step
S15. Specifically, the controller 20 refers to the prelimi-
narily created map in which the optimum clutch engage-
ment pressure is associated with the crank stop position,
and reads the clutch engagement pressure correspond-
ing to the crank stop position obtained in step S15, so as
to set the said clutch engagement pressure to the first
clutch CL1. This map is created by preliminarily obtaining
the optimum clutch engagement pressure according to
the crank stop position, especially, the clutch engage-
ment pressure that can efficiently start the engine 2 while
ensuring the fuel efficiency at the time of starting the en-
gine 2, by the experiments or the simulations. In partic-
ular, the map is defined such that the clutch engagement
pressure becomes large at the crank stop position where
the loss torque is high.
[0061] Next, in step S17, the controller 20 calculates
the time (predicted start time) from the start of the engine
start control until the engine 2 is started by the engine
start control, based on the crank stop position obtained
in step S15. Specifically, the controller 20 refers to the
preliminarily created map in which the predicted start time
is associated with the crank stop position, and obtains
the predicted start time corresponding to the crank stop
position obtained in step S15. This map is created by
preliminarily obtaining the predicted start time according
to the crank stop position, especially, the predicted start
time acquired when the optimum clutch engagement
pressure (i.e., the clutch engagement pressure that can
efficiently start the engine 2 while ensuring the fuel effi-
ciency at the time of starting the engine 2) according to
the crank stop position is applied, by the experiments or
the simulations. In particular, the map is defied such that
the predicted start time becomes long at the crank stop
position where the loss torque is high. The above process
in step S17 may be performed after the start of the engine
start control in step S18 described below.
[0062] Next, in step S18, the controller 20 performs the
engine start control for starting (restarting) the engine 2.
Specifically, the controller 20 performs the control to ap-
ply the clutch engagement pressure set in step S16 to
the first clutch CL1 so as to change the first clutch CL1
from the disengaged state to the engaged state, and per-
forms the control to crank the engine 2 by the torque of
the electric motor 4.
[0063] Next, in step S19, the controller 20 obtains the
time (actual start time) from the start of the engine start
control until the engine 2 is actually started by the engine

start control. Specifically, the controller 20 obtains the
time from the start of performing the engine start control,
to the time when the engine rotation speed detected by
the engine rotation speed sensor SN1 reaches the pre-
determined rotation speed N1, as the actual start time.
[0064] Next, in step S20, the controller 20 corrects the
clutch engagement pressure applied at the time of staring
the engine 2 next time, based on the time difference be-
tween the predicted start time calculated in step S17 and
the actual start time obtained in step S19. Specifically,
the controller 20 refers to the preliminarily created map
in which the clutch engagement pressure correction val-
ue is associated with the time difference between the
predicted start time and the actual start time (FIG. 10),
and reads the clutch engagement pressure correction
value corresponding to the time difference between the
predicted start time calculated in step S17 and the actual
start time obtained in step S19. Then, the controller 20
corrects the clutch engagement pressure which is used
at the time of staring the engine 2 next time, based on
the clutch engagement pressure correction value. In par-
ticular, when the predicted start time is longer than the
actual start time, the controller 20 uses the negative
clutch engagement pressure correction value so as to
decrease the clutch engagement pressure at the time of
staring the engine 2 next time. On the other hand, when
the predicted start time is shorter than the actual start
time, the controller 20 uses the positive clutch engage-
ment pressure correction value so as to increase the
clutch engagement pressure at the time of staring the
engine 2 next time. Further, the controller 20 makes the
clutch engagement pressure correction value (absolute
value) larger as the time difference (absolute value) be-
tween the predicted start time and the actual start time
becomes larger, so as to greatly correct the clutch en-
gagement pressure which is used at the time of staring
the engine 2 next time. After step S20, the controller 20
ends the engine start control process.
[0065] The clutch engagement pressure corrected in
the above-mentioned way is used when the clutch en-
gagement pressure is set in step S16 in the next engine
start control process. Specifically, as described above,
since the clutch engagement pressure is obtained by us-
ing the map defined in accordance with the crank stop
position, the correction by the clutch engagement pres-
sure correction value may be applied to the map. On the
other hand, since the predicted start time is calculated
based on the crank stop position (step S17), the predicted
start time may also be corrected in accordance with the
correction of the clutch engagement pressure by the
clutch engagement pressure correction value. In partic-
ular, the map in which the predicted start time is associ-
ated with the crank stop position may be corrected in
accordance with the clutch engagement pressure cor-
rection value. Therefore, the time difference between the
predicted start time and the actual start time which is
calculated in the future will be decreased.
[0066] On the other hand, when the controller 20 de-
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termines in step S14 that the request for accelerating is
issued by the driver (step S14: No), the controller 20 goes
to step S21. In step S21, the controller 20 sets the clutch
engagement pressure used for the acceleration (clutch
engagement pressure for acceleration) to the first clutch
CL1 and performs the engine start control. In this case,
in order to prioritize the acceleration request from the
driver and promptly start the engine 2, the controller 20
uses the clutch engagement pressure for acceleration
which is larger than the above clutch engagement pres-
sure according to the crank stop position (i.e., the clutch
engagement pressure that can efficiently start the engine
2 while ensuring the fuel efficiency at the time of starting
the engine 2). The clutch engagement pressure for ac-
celeration is a clutch engagement pressure that is effec-
tive for promptly starting the engine 2 in order to appro-
priately satisfy the acceleration request from the driver,
and is defined by experiments or simulations in advance.
The controller 20 performs the control to apply the above
clutch engagement pressure for acceleration to the first
clutch CL1 and performs the control to crank the engine
2 by the torque of the electric motor 4, in order to start
the engine 2. After step S21, the controller 20 ends the
engine start control process.

< Functions/Effects >

[0067] Next, functions/effects of the present embodi-
ment will be described.
[0068] In the present embodiment, when the controller
20 starts the engine 2 in order to switch the traveling
mode of the hybrid vehicle 1 from the first traveling mode
to the second traveling mode, the controller 20 obtains
the predicted start time and the actual start time by the
engine start control, and corrects the clutch engagement
pressure so as to decrease the clutch engagement pres-
sure applied to the first clutch CL1 at the time of staring
the engine 2 next time, when the actual start time is short-
er than the predicted start time. In other words, the con-
troller 20 calculates the predicted start time in consider-
ation of various states, and corrects the clutch engage-
ment pressure applied to the first clutch CL1 by the learn-
ing according to the time difference between the predict-
ed start time and the actual start time, specifically, cor-
rects the clutch engagement pressure to decrease the
said pressure when the actual start time is shorter than
the predicted start time. Therefore, it is possible to opti-
mize the clutch engagement pressure used for starting
the engine 2 at the time of switching from the first travel
mode to the second travel mode, thereby suppressing
the deterioration of the fuel efficiency due to the applica-
tion of the clutch engagement pressure more than nec-
essary.
[0069] Further, in the present embodiment, the con-
troller 20 calculates the predicted start time based on the
crank position (crank stop position) during the engine
stop before the switch from the first travel mode to the
second travel mode. The start time of the engine 2 greatly

changes depending on the crank stop position (see FIG.
6). This is because the torque (loss torque) required to
start the engine 2 changes depending on the crank stop
position (see FIG. 5). Therefore, in the present embodi-
ment, the controller 20 calculates the predicted start time
in consideration of the above change of the start time
depending on the crank stop position. Therefore, it is pos-
sible to appropriately calculate the predicted start time in
which the influence of the crank stop position is taken
into consideration, in other words, the predicted start time
can be obtained with high accuracy.
[0070] Further, in the present embodiment, when the
request for accelerating the hybrid vehicle 1 is issued by
the driver at the time of switching from the first traveling
mode to the second traveling mode, the controller 20
makes the clutch engagement pressure applied to the
first clutch CL1 larger than when the request is not issued.
Therefore, the quick start of the engine 2 can be appro-
priately prioritized. In other words, by starting the engine
2 quickly, the acceleration request from the driver can be
appropriately realized.
[0071] Further, in the present embodiment, the con-
troller 20 makes the decreased amount (absolute value)
of the clutch engagement pressure by the correction, as
the difference (absolute value) between the actual start
time and the predicted start time becomes larger. There-
fore, the clutch engagement pressure can be effectively
optimized.
[0072] Further, in the present embodiment, the con-
troller 20 determines that the engine start ends when the
engine rotation speed reaches the predetermined rota-
tion speed N1, and obtains the predicted start time and
the actual start time. Therefore, the accuracy of the pre-
dicted start time and the actual start time can be appro-
priately ensured.

LIST OF REFERENCE SIGNS

[0073]

1: hybrid vehicle
2: engine
4: electric motor
6: transmission
12: drive wheels
20: controller
20a: raveling mode determining part
20b: engine start controlling part
20c: predicted start time calculating part
20d: actual start time obtaining part
20e: engagement pressure correcting part
CL1: first clutch
CL2: second clutch

Claims

1. A hybrid vehicle control system, which is applied to
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a hybrid vehicle (1) including an engine (2), an elec-
tric motor (4) and a clutch (CL1) configured to switch
between a transmission of torque between the en-
gine (2) and the electric motor (4), and a non-trans-
mission of the torque,
wherein the hybrid vehicle control system compris-
es:

a traveling mode determining means (20a) for
determining whether or not to switch a traveling
mode of the hybrid vehicle (1) from a first
traveling mode in which the clutch (CL1) is set
to a disengaged state and the hybrid vehicle (1)
travels by using torque of the electric motor (4)
without using torque of the engine (2), to a sec-
ond traveling mode in which the clutch (CL1) is
set to an engaged state and the hybrid vehicle
(1) travels by using at least the torque of the
engine (2);
an engine start controlling means (20b) for per-
forming an engine start control for an engine
start by applying an engagement pressure to the
clutch (CL1) in accordance with a crank stop po-
sition before the engine start control so as to
change the clutch (CL1) from the disengaged
state to the engaged state, and by cranking the
engine (2) by the motor (4), when the traveling
mode determining means (20a) determines to
switch the traveling mode of the hybrid vehicle
(1) from the first traveling mode to the second
traveling mode;
a predicted start time calculating means (20c)
for calculating a predicted start time from a start
of the engine start control to an end of the engine
start;
an actual start time obtaining means (20d) for
obtaining an actual start time from the start of
the engine start control to an actual end of the
engine start; and
an engagement pressure correcting means
(20e) for correcting a map in which the engage-
ment pressure is associated with the crank stop
position so as to decrease the engagement
pressure which is applied to the clutch (CL1) at
the time of performing the engine start control
next time, when the actual start time obtained
by the actual start time obtaining means (20d)
is shorter than the predicted start time predicted
by the predicted start time calculating means
(20c),
the predicted start time calculating means (20c)
is configured to calculate the predicted start time
based on the crank stop position during an en-
gine stop before the engine start control, and
the predicted start time calculating means (20c)
is configured to sum up loss torques of all cylin-
ders of the engine (2), which are required to start
the engine (2), and configured to, at the crank

stop position during the engine stop where a to-
tal value of the loss torques is large, calculate
the predicted start time longer than at the crank
stop position during the engine stop where the
total value of the loss torques is small.

2. A hybrid vehicle control system according to claim
1, wherein, when a request for accelerating the hy-
brid vehicle (1) is issued by a driver, the engine start
controlling means (20b) is configured to make the
engagement pressure applied to the clutch (CL1)
larger than when the request for accelerating the hy-
brid vehicle (1) is not issued by the driver, in order
to shorten a start time of the engine (2), under the
condition that the traveling mode determining means
(20a) determines to switch the traveling mode of the
hybrid vehicle (1) from the first traveling mode to the
second traveling mode.

3. A hybrid vehicle control system according to claim 1
or 2, wherein the engagement pressure correcting
means (20e) is configured to correct the engagement
pressure so as to make a decreased amount of the
engagement pressure larger, as an absolute value
of a difference between the actual start time and the
predicted start time becomes larger.

4. A hybrid vehicle control system according to any one
of claims 1 to 3, wherein, when an engine rotation
speed reaches a given value, the predicted start time
calculating means (20c) and the actual start time ob-
taining means (20d) are configured to determine that
the engine start ends, and to calculate the predicted
start time and obtain the actual start time, respec-
tively.

Patentansprüche

1. Ein Hybridfahrzeug-Steuersystem, das auf ein Hyb-
ridfahrzeug (1) angewendet wird, das einen Ver-
brennungsmotor (2), einen Elektromotor (4) und eine
Kupplung (CL1) enthält, die konfiguriert ist, um um-
zuschalten zwischen einer Übertragung von Dreh-
moment zwischen dem Verbrennungsmotor (2) und
dem Elektromotor (4), und einer Nichtübertragung
von Drehmoment,
wobei das Hybridfahrzeug-Steuersystem Folgendes
umfasst:

ein Fahrmodus-Bestimmungsmittel (20a), um
zu bestimmen, ob ein Fahrmodus des Hybrid-
fahrzeugs (1) von einem ersten Fahrmodus, in
dem die Kupplung (CL1) auf einen ausgerück-
ten Zustand eingestellt ist und das Hybridfahr-
zeug (1) unter Verwendung des Drehmoments
des Elektromotors (4) ohne Verwendung des
Drehmoments des Verbrennungsmotors (2)
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fährt, zu einem zweiten Fahrmodus, in dem die
Kupplung (CL1) auf einen eingerückten Zustand
eingestellt ist und das Hybridfahrzeug (1) unter
Verwendung zumindest des Drehmoments des
Verbrennungsmotors (2) fährt, umgeschaltet
werden soll oder nicht;
ein Motorstart-Steuermittel (20b) zum Durch-
führen einer Motorstart-Steuerung für einen Mo-
torstart durch Ausüben eines Einrückdrucks auf
die Kupplung (CL1) in Übereinstimmung mit ei-
ner Anlass-Stopp-Position vor der Motorstart-
Steuerung, um die Kupplung (CL1) vom ausge-
rückten Zustand in den eingerückten Zustand
zu ändern, und durch Anlassen des Motors (2)
durch den Motor (4), wenn das Fahrmodus-Be-
stimmungsmittel (20a) bestimmt, den Fahrmo-
dus des Hybridfahrzeugs (1) vom ersten Fahr-
modus in den zweiten Fahrmodus zu wechseln;
ein Mittel (20c) zur Berechnung der voraussicht-
lichen Startzeit, um eine voraussichtliche Start-
zeit von einem Start der Motorstart-Steuerung
bis zu einem Ende des Motorstarts zu berech-
nen;
ein Mittel (20d) zum Ermitteln der tatsächlichen
Startzeit, um eine tatsächliche Startzeit ausge-
hend vom Start der Motorstart-Steuerung bis zu
einem tatsächlichen Ende des Motorstarts zu er-
mitteln; und
ein Einrückdruck-Korrekturmittel (20e) zum Kor-
rigieren eines Kennfeldes, in dem der Einrück-
druck der Anlass-Stopp-Position zugeordnet ist,
um den Einrückdruck zu verringern, der auf die
Kupplung (CL1) zum Zeitpunkt der nächsten
Durchführung der Motorstart-Steuerung ausge-
übt wird, wenn die durch das Mittel (20d) zum
Ermitteln der tatsächlichen Startzeit ermittelte
tatsächliche Startzeit kürzer ist als die durch das
Mittel (20c) zum Berechnen der voraussichtli-
chen Startzeit vorhergesagte Startzeit,
das Mittel (20c) zur Berechnung der voraus-
sichtlichen Startzeit ist konfiguriert, um die vor-
hergesagte Startzeit auf der Grundlage der An-
lass-Stopp-Position während eines Motor-
stopps vor der Motorstart-Steuerung zu berech-
nen, und
das Mittel (20c) zur Berechnung der voraus-
sichtlichen Startzeit ist konfiguriert, um die Ver-
lust-Drehmomente aller Zylinder des Motors (2)
aufzusummieren, die erforderlich sind, um den
Motor (2) zu starten, und ist konfiguriert, um an
der Anlass-Stopp-Position während des Motor-
stopps, wo ein Gesamtwert der Verlust-Dreh-
momente groß ist, die vorhergesagte Startzeit
länger zu berechnen als an der Anlass-Stopp-
Position während des Motorstopps, wo der Ge-
samtwert der Verlustdrehmomente klein ist.

2. Das Hybridfahrzeug-Steuersystem nach Anspruch

1, wobei, wenn eine Anforderung zum Beschleuni-
gen des Hybridfahrzeugs (1) von einem Fahrer aus-
gegeben wird, das Motorstart-Steuermittel (20b)
konfiguriert ist, um den auf die Kupplung (CL1) aus-
geübten Einrückdruck größer zu machen, als wenn
die Anforderung zum Beschleunigen des Hybridfahr-
zeugs (1) vom Fahrer nicht ausgegeben wird, und
zwar um eine Startzeit des Motors (2) zu verkürzen,
unter der Bedingung, dass das Fahrmodus-Bestim-
mungsmittel (20a) bestimmt, den Fahrmodus des
Hybridfahrzeugs (1) vom ersten Fahrmodus in den
zweiten Fahrmodus zu schalten.

3. Das Hybridfahrzeug-Steuerungssystem nach An-
spruch 1 oder 2, wobei das Einrückdruck-Korrektur-
mittel (20e) konfiguriert ist, um den Einrückdruck so
zu korrigieren, dass ein verringerter Betrag des Ein-
rückdrucks größer gemacht wird, wenn ein absoluter
Wert einer Differenz zwischen der tatsächlichen
Startzeit und der vorhergesagten Startzeit größer
wird.

4. Das Hybridfahrzeug-Steuersystem nach irgendei-
nem der Ansprüche von 1 bis 3, wobei, wenn eine
Motordrehzahl einen gegebenen Wert erreicht, das
Mittel (20c) zur Berechnung der voraussichtlichen
Startzeit und das Mittel (20d) zum Ermitteln der tat-
sächlichen Startzeit konfiguriert sind, um zu bestim-
men, dass der Motorstart endet, und um die vorher-
gesagte Startzeit zu berechnen bzw. die tatsächliche
Startzeit zu ermitteln.

Revendications

1. Un système de commande de véhicule hybride, qui
s’applique à un véhicule hybride (1) incluant un mo-
teur (2), un moteur électrique (4) et un embrayage
(CL1) configuré pour commuter entre une transmis-
sion de couple entre le moteur (2) et le moteur élec-
trique (4), et une non-transmission du couple,
sachant que le système de commande de véhicule
hybride comprend :

un moyen de détermination de mode de dépla-
cement (20a) pour déterminer s’il faut ou non
commuter un mode de déplacement du véhicule
hybride (1) d’un premier mode de déplacement
dans lequel l’embrayage (CL1) est réglé sur un
état débrayé et le véhicule hybride (1) se dépla-
ce en utilisant le couple du moteur électrique (4)
sans utiliser le couple du moteur (2), à un deuxiè-
me mode de déplacement dans lequel l’em-
brayage (CL1) est réglé sur un état embrayé et
le véhicule hybride (1) se déplace en utilisant au
moins le couple du moteur (2) ;
un moyen de commande de démarrage de mo-
teur (20b) pour effectuer une commande de dé-
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marrage de moteur pour un démarrage du mo-
teur en appliquant une pression d’engagement
à l’embrayage (CL1) conformément à une posi-
tion d’arrêt de lancement (crank stop position)
avant la commande de démarrage de moteur
de manière à faire passer l’embrayage (CL1) de
l’état désengagé à l’état engagé, et en lançant
le moteur (2) par le moteur électrique (4), lors-
que le moyen de détermination de mode de dé-
placement (20a) détermine de faire passer le
mode de déplacement du véhicule hybride (1)
du premier mode de déplacement au deuxième
mode de déplacement ;
un moyen de calcul de temps de démarrage pré-
dit (20c) pour calculer un temps de démarrage
prédit entre un début de la commande de dé-
marrage de moteur et une fin du démarrage du
moteur ;
un moyen d’obtention de temps de démarrage
réel (20d) pour obtenir un temps de démarrage
réel à partir du début de la commande de dé-
marrage de moteur jusqu’à la fin réelle du dé-
marrage du moteur ; et
un moyen de correction de pression d’engage-
ment (20e) pour corriger une correspondance
ou encore un mappage (map) dans lequel la
pression d’engagement est associée à la posi-
tion d’arrêt de lancement, de manière à diminuer
la pression d’engagement qui est appliquée à
l’embrayage (CL1) au moment de l’exécution de
la commande de démarrage de moteur la fois
suivante, lorsque le temps de démarrage réel
obtenu par le moyen d’obtention de temps de
démarrage réel (20d) est plus court que le temps
de démarrage prédit, prédit par le moyen de cal-
cul de temps de démarrage prédit (20c),
le moyen de calcul de temps de démarrage pré-
dit (20c) est configuré pour calculer le temps de
démarrage prédit sur la base de la position d’ar-
rêt de lancement pendant un arrêt du moteur
avant la commande de démarrage de moteur, et
le moyen de calcul de temps de démarrage pré-
dit (20c) est configuré pour additionner les cou-
ples de perte de tous les cylindres du moteur
(2), qui sont nécessaires pour démarrer le mo-
teur (2), et configuré pour, à la position d’arrêt
de lancement pendant l’arrêt du moteur, lors-
qu’une valeur totale des couples de perte est
importante, calculer le temps de démarrage pré-
dit plus longtemps qu’à la position d’arrêt de lan-
cement pendant l’arrêt du moteur, lorsque la va-
leur totale des couples de perte est faible.

2. Le système de commande de véhicule hybride
d’après la revendication 1, sachant que, lorsqu’une
demande d’accélération du véhicule hybride (1) est
émise par un conducteur, le moyen de commande
de démarrage de moteur (20b) est configuré pour

que la pression d’engagement appliquée à l’em-
brayage (CL1) soit plus importante que lorsque la
demande d’accélération du véhicule hybride (1)
n’est pas émise par le conducteur, afin de raccourcir
un temps de démarrage du moteur (2), à la condition
que le moyen de détermination de mode de dépla-
cement (20a) détermine de commuter le mode de
déplacement du véhicule hybride (1) du premier mo-
de de déplacement au deuxième mode de déplace-
ment.

3. Le système de commande de véhicule hybride
d’après la revendication 1 ou 2, sachant que le
moyen de correction de pression d’engagement
(20e) est configuré pour corriger la pression d’enga-
gement de manière à rendre une quantité diminuée
de pression d’engagement plus importante, à mesu-
re qu’une valeur absolue d’une différence entre le
temps de démarrage réel et le temps de démarrage
prédit devient plus importante.

4. Le système de commande de véhicule hybride
d’après l’une quelconque des revendications de 1 à
3, sachant que, lorsqu’un régime moteur atteint une
valeur donnée, le moyen de calcul de temps de dé-
marrage prédit (20c) et le moyen d’obtention du
temps de démarrage réel (20d) sont configurés pour
déterminer que le démarrage du moteur se termine,
et pour calculer le temps de démarrage prédit et ob-
tenir le temps de démarrage réel, respectivement.
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